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1600 N -- A PERSONAL REPORT 


(Gale Richmond-Va. has acquired a 1600 N 
after owning a MG-TD, an Austin-Healey 100 and 
a Thunderbird. Gale is one of the two known 
Porsche Pushers in the Shenandoah Valley of 
Virginia. The following is his personal re- 
port on the 1600 N which we think you'll find 
interesting...and a whale of an endorsement 
of the new "Beetle"). 


After the T-Bird our field of choice of 
a new car narrowed to the Aston-Martin DB2-h, 
the Lancia Gran Turismo and the Porsche. The 
first two were discarded for various reasons. 
No reason could be found to discard the Por- 
sche except the report of Bill Sholar that 
his shocks had completely disintegrated, he 
was working on his fifth gear box, and his 
family approached starvation due to the cash 
required to keep his beat-up old 1500 going. 
This was classified as another Sholar pecu- 
liarity..eand the Porsche was ite (Shed no 
tears over bill's sad story, PCAers, he is 
now sporting a spanking new 1600--Ed.) 


The convertible was chosen because the 
climate hereabouts calls for the top down, 
and because I refuse to struggle with side 
curtains. The 1600 S was selected because 
after the 90 bhp Healey, and 193 bhp (Ain't 
it awful!) of the Flivver, I didn't want to 
go below the 88 bhp of the 1600 S. The ord- 
er was placed Dec. 20, 1955, and the long 
wait began. 


The long wait for delivery was first 
estimated as 8-10 weeks. At the 9th week 
it was changed to 10-12 weeks.. At the 1lth 
week it was changed to April l...sure. On 
March 29 it was changed to April 12...with- 
out fail...and on April 12, I most impolite- 
ly blew my top and there commenced one of 
the most hilarious fusses it has been my 
good fortune to enjoy. 


PCA stepped up and performed a major 
function in getting the matter to the atten- 
tion of the Porsche representatives. Mr. 
Filius of Porsche performed a major func- 
tion in guiding me to the 1600 N. Mr. Duf- 
fy, Miss Carleson and Mr. Sapienza of Hoff- 
man struggled migtttily and performed mir- 
aclese The upshot of the situation was that 
on April 20 I climbed aboard a 1600 N Sun- 
Room Coupe at 405 E. 76th Ste, NYC, and drove 
it awaye 


There we were, thrust out on 76th Street 
like unwanted new born babies. Porsche had 
57 miles on her odometer. I hadn't driven in 
New York City for a decade and was worried by 
reports of difficult handling arising from 








Gale Richmond, Va-, and his 3 Favorites 


quick steering, long shift throw, unusual 
weight distribution, and tendency to oversteer. 


We gingerly crossed the street to a gas 
station. There we were cast adrift and there 
was nothing for us to do but proceed to Vir- 
ginia. By a couple of blocks we began to get 
the feel of her. Then a big truck stopped 
alongside, and I found my eyes level with her 
hubcaps, creating the strong fear a healthy 
street-sweeping machine would gobble up Por- 
sche and me without a moment's hesitation. 

On Park Ave. we had a little room to work in 
and commenced to feel at home. On 57th St. 
we cut a few capers in the heavy traffic and 
enjoyed it. On 9th Avenue we fell in with a 
MG and the two of us had a field day darting 
through the mess of trucks, taxis, and such, 
like two mice in a herd of elephants. In the 
Lincoln Tunnel we got up into No. ) and life 
was good. 


Once on the New Jersey Turnpike, we 
settled down to serious breaking-in. Mr. 
Sapienza had said to keep below 000 rpm;his 
assistant said keep oil temperature about 
180 °= 200°. So we worked along about 2000 
for a long boring spell, and then started work- 


ing upwards--move up to 2500, oil to about 220°; 


then drop back the rpm until oil fell back to 
180° = 200°; then slowly increase rpm to 2750, 
shift gears from time to time, back and forth, 
fack and forth. Rpm up until oil temperature 
got high, then slow down, let the oil cool, 
then increase rpm, etce Porsche was abso- 
lutely docile, and apparently having fun. So 
was I. After a bit she would hold 3250 with 
reasonable oil temperature. I began to not- 
ice we were passing practically everyone. How 
come? Look at speedometer. Great God--70mphI 
Pull into Service area, get Owner's Manual, 
check break-in procedure--yes, Sir, "do not 
exceed 000 rpm, and occasionally take her 

to 000") 


Back to the Turnpike, tool along as be- 
fore, work her up to 3500--3750--every 45 min- 
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AND MAY YOUR CLUTCHES BE EVERLASTING! 


utes or so take a flyer up to 4000. Hot stuff! 
Absolttely docile in strong cross breeze. No 
fuss, no bother, completely under control, 
wonderful comfort, magnificent brakes, per= 
fectly adequate acceleration, delightful 
shift, excellent leg room, low noise level, 
unbeatable visibility, marvelous heating and 
cooling, no leaks in the spitting rain which 
developed as we went along. Here we were, 
three hours out of the shop cruising at 75- 
80 mph with the oil temperature holding nice- 
ly at 200°. lordy, Lordy! 


A Jag Mark VII tried to hold us and 
dropped back. An MG looked envious as we 
swept by- On the Del-Mar-Va peninsula we 
met a Speedster--flick lights, tootle horn-- 
my, it's nice to be one of the boys again. 
People ignore T-birds. 


Four hours out of 76th Street found us 
in Annapolis. Shortly thereafter we stopped 
for gas--fill tank to same visual mark used 
in New York--calculate--son of a gun--31 mpge 
When she's really broken in she ought to make 
34-36 mpge Hey! 


Six hours out of 76th Street found us 
at our destination on the lower Potomac River. 
The last 15 miles were familiar and crooked-- 
marked by the Commonwealth of Virginia for 
0-)5 mphe In the T-Bird I could move along 
in the general 55-60 mph rangee Porsche and 
I came along at 70-75 without strain. Corner- 
ing technique a little delicate, but it will 
be mastered completely in a week or twoe 
Hooray! 


On the way down I got to talking to 
Porsche, and it was obvious she needed a name. 
Harry Scheel, yacht designer of Mystic, Conn. 
refers to his 1500 N as his "Cheerful Fire- 
cracker." That word "firecracker" is just 
right--and the 1600 N is definitely feminine 
and Teutonic. So we followed Harry Scheel's 
lead, as we have so many times before, and 
christened her "Fraulein Firecracker." This 
proved too much for Virginia tongues, and she 
was rechristened "Furlined Firecracker".c. 
which has stuck. 


At the end of the day, three of us 
started home in the firecracker simultaneous- 
ly with three more in my wife's Hillman 
Minx. The happy results of the trip were 
duplicated, particularly on the very tricky 
road approaching Shadwell, Va. from Gordons= 
ville, an area set at 35 mph by the State. 
Here we galivanted along at 55-60 absolutely 
under control and happy as clams at high tide. 








Crossing the Blue Ridge we held her at 
55-60 mph in Noe 3 and Noe ) with the oil 
climbing to an alarming 20° on the up-grade. 
Arrived home 53 minutes before the Hillman, 
which is admittedly no ball of fire, but my 
wife keeps her going at the limit of her po- 
tential performancee A 53 minute lead on a 
139 mile run is substantial. 


After a week and a thousand miles I 
have but one possible criticism* of the 
1600 N--a tendency to oversteer under cer- 
tain conditions, and I am about convinced 
this is my fault rather than the car's. In 
all other phases of performance, handling, 
economy, safety, comfort, etc. she is far 
superior to my fondest hopes and tremendous- 
ly superior to any other car, big or little, 
imported or domestic, I have encountered. 
"Furlined Firecracker" and I are starting 
a long and happy life together, and as for 
me, I am really just starting to live at alll 


Pooch Bites Poretche! 


Jack and Wanda Benton, Rome, N.Y. had just 
taken off for a delayed vacation (or was it a 
Honeymoon Jack?) via Porsche, when hardly out 
of town, a large and shaggy St Bernard dis- 
puted the right-of-way. Believe-it-or-not the 
hound won...the pooch survived, the Porsche 
did not! 


Luckily, Jack was able to scrounge a new 
Coupe and the happy couple continued merrily 
On their way-e Incidentally, the Bentons have 
migrated to Prospect Harbor, Maine where Jack 
runs a lobster business. The two loves of 
Jack's life are pictured below, Wanda and the 
Wander-ert 














"Kudos" had to give 'way last month to 
Porsche Parade material. Here are some of 
the successes in competition that merit at- 
tention and we'll try to get the rest of them 
in as soon as space allows: 


Bing Ford-N.Y. and Phil Boylan placed 
Second in Class and Seventh Overall in the 
Windham Mountain Top Rallye. In the Hill 
Climb, which was incorporated into the Reg- 
ularity Run, Bing booted der Beetle up the 
Hill for a tie for Third...giving 'way only 
to a Chrysler Special and a Le Mans Healey. 





Ben Soderstrom-N.J. picked up some more 
hardware with a First in Class E Production 
at the Giant Despair Hill Climb this Fall. 

"Pup" Pupilidy-N.Y. continued in his 
"rut" by walking off with Class G Production 
at Giant Despair. That's your nation's top 
Class G. Production driver, suh...and we un- 
derstand his nearest competitor wasn't even 
close} 

Bing Ford-N.Y. placed third in Class F 
Production at the same Climb. 











Paul Stevens-Ohio teamed up with some 
non-Porsche iron to win the First Team award 
in the Appalachian Rallye, sponsored by the 
SCCA, New York. 

Bing Ford-N.Y. (How does that guy find 
time to put his Porsche back in shape in be- 
tween events?) placed 10th Overall in the 
Appalachian Rallye. 

Max Bunnell-N.Y. placed 17th in a field 
of 77 cars in the Appalachian. Max and Bing 
Ford teamed up with a future PCAer to win 
Third Team award. 











Roy Tunison-N.Y. placed Third in the 
Grand Prix de Wagon Wheel Rally, sponsored 
by the Metropolitan N. Y. PCA Region. It 
was his first rally try! Congrats! 





Marty Barber-Fla. walked off with the 
top prizes at the Gymkhana sponsored by the 
Daytona Beach Auto Sports Club on Oct. 7. 
The Porsches were the high marque in this 
one, capturing first in two of the three 
events and the first four places overall! 
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George Spagna-N.Y. finished Second in 
Class roduction and 6th Overall at the 
Cloudbank Hill Climb sponsored by the West- 
chester SCC. 


Allen Dillenburg-N.Y. came in third in the 
tough Class E Production competition of the same 





event. 


Gamble and Elizabeth Mann-Va. took first 
Place in Bill Sholar's Potomac Region Rallye 
in September. 

Peggy and Tom Lusk-Va. placed second in 
the same event after being temporarily mired 
down on one of Sholar's selected pig trails in 
the Va. hills. 

Al and Betty Meredith-Va. placed Third in 
the same rallyee 














Don Kinney-Md., Bing Ford-N.Y., Ken cae 
Vae and Frank Beckett-Vae--a very special "Kudo" 





for the GAMR. See "Late GAMR Flash." 


SECOND-ANNUAL* AUTUMN 


C@LSR RALLY 


The Potomac Region, PCA, moved into the 
big time of regional rallyes with the running 
of its Second Annual Autumn Color Rallye on 
October 21. The rallye proved far more pop- 
ular than we had dared to hope. It was plan- 
ned for 5 cars; the rallye masters hoped for 


30 entries...and got 65, including 19 Porsches! 





The little Beetle from Stuttgart swept 
the field in what was probably the most spec- 
tacular marque performance ever witnessed in 
a U. S. invitational rallye. THIRTEEN of the 
first 17 cars were Porsches! In a 300-mile 
rallye, with 20 changes of average speed and 


nine checkpoints, that is a remarkable showing. 


Don Kinney-Md. and Harvey David, who lat- 
er went on to win First in Class in the GAMR, 
walked off with the top silver...First Over- 
all and First in Class. At the mid-way point 
these two were within a gnat's eye of running 
a perfect rallye! 


Cols. Harvey Brown-Va. and Warren Watson 


placed Second Overall and Second in Class. It's 


real gratifying to know that the Air Force can 
find its way around in smart fashion regard- 
less of what it's flying...or where! 


Dottie Scharf-Vae and Marie Dennis...run- 
ning their FIRST rallye (and they SWEAR with- 
out the benefit of even a calculator!), plac- 


ed Third Overall and Third in Classe Cdre Phil 
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Troth and E. Scott showed that the Navy also a“ +\) 
knows how to maneuver and navigate, and placed SP OR : x S M E N 
Fourth Overall and Fourth in Class. 
= _ . y 
At that point the Porsches had to give Sie “ fe 
he way to a Jag XK-14,0. Ed and Millie Rosendale, 
me from MSCA, Baltimore, copped Fifth Overall and 
First in Class for over 1600 ccs. Another MSCA 
team..eMatson and Gaver...epiloted their Corvette 
to Second in Class and 9th Overall. Cappy Cap- 
piello and Toni Charuhas, in an A-H, tied with 
Banks Mebane and Schio Saito, TR-2, for Third 
in Class over 1600. 
: The Porsches also walked off with First 
n and Second in the Team awards. First Team 
(PCA): Kinney/David, Brown/Watson and’ Sny- 
der/Snyder. Second Team (PCA): Meredith/Cer- 4 
p= rone, WeSholar/V.Sholar and P.lusk/T. Lusk. “ 
do" =4 
Ken Twigg and Gamble Mann were rallye Si 3 
masters for this one. Better enter your Sit 
J Beetle next year, even if you have a long > 
transit leg to here and back! Some of the SB 
non-Porsche entries promptly swapped in their 
y | ibeet an Roreahes efter te Rnlige and are | magie,meay Goats fs seme otter ten 
coming back in '57 with blood in their eye! just hed the honor of being pronounced "Sports- 
men of the Year" in the Potomac Region's first 
annual Sportsmanship contest. 
THE "PORSCHE POST" 
You all know of Hank's accomplishments in 
The Metropolitan N. Y. Region of PCA the literary field since he has so ably edited 
is doing a highly creditable job with their Porsche Fanorama through its first trying year. 
sh monthly newsletter...the "Porsche Post." The story behind the Sportsman award should be 
John Markon is Editor, Bob McCarthy is Tech. told, we think...for you too can do likewise. 
Editor, and Don Berliner is Production Man- 
ager. Hope they are in "training" to try The Manns got the Porsche (their first 
their hand at Porsche Panorama one of these sports car) in late '55. Even as novices, they 
days! Placed, their very first time out.. Dead Last! 
Apparently Hank (or maybe it was Elisabeth) de- 
The Grand Prix De Wagon Wheel Rallye cided that "this" was for "them" and from that 
was the Region's first attempt at staging time forth noone, at least around these parte, 
a big invitational rally. According to re- has been able to catch their dust. 
ports it was an excellent coursee..but poor 
ly attended, with only 1) cars turning oute They entered every event in the area and be- 
To a rallye master that is comparable to a fore too long begen to take them all. No doubt 
kick in the stomach after all of the work Plenty of midnight "skull sessions" were respon- 
that goes into planning a really good rallye. sible for the regularity with which the Manns 
Ze Maybe after other members take their turns commenced to bring home lst place "hardware". 
at planning rallyes and appreciate how much ‘| One of their most notable wins was lst in Clase 
- work goes into it they will be less inclined and Overall in the third running of the Chesa- 
to sit in front of a nice warm fire when the peake Trophy Rally, 
other fellow is standing out there on the 
starting line waiting hopefully for a fist- Elisabeth, besides navigating this team to 
ful of cars to show upe victory, enters and WINS the Ladies’ events. 
In her first attempt at a Hill Climb, she took 
The New York boys are on their toeseee 3rd in the Ladies Division at the MG Car Club's 
. regardless of their disappointment on their bash at Mountain Lake. 
‘s first big rally. They've got plans for a 
n rally school to improve individual talents Nice going Elisabeth and Hankt 
and to overcome the reticence of "first- 
timers" to get out and run onee Sounds like (If anyone wants a copy of the Potomac Region's 
a smart idea all regions could profit from Point System for setting up an annual contest, 
- in days to come. write to Don Kinney). 


a DUES FOR ‘S57 ARE DUE! DO IT NOW! (Rtnswaks ¥/0.) 








Sts COLD x CANADA! 


Quoted below is part of a letter re- 
ceived from Frank King in Points Claire, 
Quebec, a suburb of Montreal. 


"Well, now for the Cold weather. I 
had forgotten about the carburetor icing-- 
we don't have it when it's really cold. 
With high relative humidity and temperature 
between 38° F. and 30° F. and starting with 
the car cold it's an awful nuisance and I 
have no cure or even suggestions. ESSO ad- 
vertises all winter that alcohol is added 
to their gas and that it eliminated carbu- 
retor icing. I've tried it many times and 
tried adding still more alcohol but it had 
no effect. ESSO gas is no better than any 
of the others in this respect. Once the en- 
gine warms up the trouble leaves. When the 
weather is well below freezing you get no 
carburetor ice even with high relative hu- 
midity. I assume this is because the abso- 
lute humidity is low at these temperatures. 
Some form of electric resistance heating 
is probably the only answer. (See Don Wes- 
ter's solution to icing on Pre-1600 engines.) 


Montreal (of which Pointe Claire is a 
suburb) is locally reputed to get more snow 
than any other large city in the world. We 
average around 120 inches per year. Ten- 
peratures average from a high of 10 above to 
a low of 10 below in January. Lowest in the 
city is around 23 below with 10° lower a few 
miles north. Also the winter is very long-- 
November through March inclusive--with snow 
in April. I've run the Porsche through two 
winters, every day, standing out all day in 
the wind and snow with no trouble of any 
kind. Except, through lack of use the 
choke wire stuck in the conduit and when I 
needed it at about 10°, I had to disconnect 
the choke wire at the carb and choke di- 
rectly. After about one minute I unchoked 
and drove off. 


The first point to come up in ¢old 
weather is the change in oil viscosity to 
match temperature. Since the car arrived 
I have used Wakefield's "Densol", the high 
detergency version of "Castrol". This on 
recommendation of the Hamburg office of 
Wakefield. SAE 30 when maximum tempera- 
tures are above 60°. When maximum does 
not exceed 60° and minimum is not below 
20° I use SAE 20. When starts have to be 
made below about 20° I use SAE 10. My one 
lapse from "densol"” was the first time 
that I was faced with using something looser 
than SAE 20. I got some Mobiloil Multi- 
range that was labelled SAE 10W-30. The 
fine print on the can said it was suita- 
ble for Ranges SAE 5W to 30. I put it in 
the car and it seemed OK, but a couple of 
nights later we had a cold snap and I ran 
a little test. Sitting in my garage were 
fresh cans of both "Densol"” 10W and the 





multi-range Mobiloil at a temperature of 
50°. I put samples in test tubes and 
checked viscosity by the time it took a 
little air bubble to rise when the test 
tubes were inverted. The "Densol" 10 was 
a tiny bit thicker. Then I put the two 
tubes in a glass and set them out ina 
snow bank. The temperature outside was 
16°. Four hours later I checked the oil. 
The "Densol" was much thinner than the 
multi-range which would barely flow. 

Since then there has been a lot more pub- 
lished about multi-range oils, all of 
which leads me to the conclusion that they 
are even less desirable for an air-cooled 
car than for a liquid-cooled one. At any 
rate, my car has started after sitting for 
ten hours in the wind at 23° and has never 
given any trouble about starting from that 
point on up. When cold weather arrives I 
speed the idle up a little so that in the 
coldest weather it idles at about 1300 

rpm after it's thoroughly warmed up. It 
will then run without blooping the throt- 
tle or the engine dying immediately after 
a cold start. All the usual cold weather 
measures, such as clean points and plugs 
and a well charged battery with good con- 
tacts all the way, should be taken. No 
change in oil in the transmission or 
steering is needed for easy operation. 


The shock absorbers will be very stiff 

for four or five minutes at 20% but they 
warm up quickly. Once we reach the time 
when the maximum temperature in the day 
seldom exceeds 30°, I make a cover for the 
cooling air intake. This is two pieces of 
ordinary window screening with a piece of 
aluminum foil between them. I sew the 
edges together and punch enough holes so 
that the area for air entry is about one- 
fifth of normal. This cover is applied 

to the air intake screen with springs such 
as are used to fasten bug screens over the 
grilles of water-cooled cars. Even this 
will not allow the engine oil to get above 
140° F. when cruising steadily at 60 mph. 
At slower speeds it runs cooler. All this 
with outside air at 10° above. Variations 
in outside air temperatures will be di- 
rectly reflected in engine oil temperature. 
Heater and defroster action is adversely 
affected by thus decreasing the flow of air 
over the engine but the best compromise 
must be chosen. Under the worst conditions. 
freezing rains, which usually occurs at 27° 
to 31°, the defroster will keep a small 
area in the center of each half of the wind- 
shield clean. 


Because of the low air temperatures and 
the ice on the roads the oil in the sump 
never gets really hot so I change every two 
weeks which is about 350 miles. It isn't 
expensive because of the small capacity of 
the crankcase. Also, I lubricate at about 
600 or 700 miles. Ice and snow on the roads 








and frost damage to the roads make surfaces 
very rough during the winter. 


A mixture of salt and sand is used very 
liberally here in the cities to melt ice on 
hills and intersections. This causes very 
rapid rust damage to most American cars but 
there is no sign of it on the Porsche - evi- 
dently the surface protective treatment is 
very effective. This remark does not apply 
to the chrome on hub caps and the bumper 
over-riders - they rust up just like the 
cheapest Detroit stuff. 


The greatest contribution to driving 
pleasure on snow and ice has been made by my 
tires. I bought four Pallas F-44 snow tires 
from the makers in Switzerland and have re- 
peatedly had their superiority demonstrated 
in tests under all conditions. There are no 
unpleasant effects from having snow tires on 
front and the improvement in braking is very 
noticeable. I don't want to give the im- 
pression that P-44's on ice are just as good 
as plain tires on dry concrete but they are 
far ahead of any other snow tire I've seen, 
even on other Porsches. I use normal tire 
pressures with them and could see no im- 
provement when lower pressures were tried. 
The P-44 is made of very soft, natural rub- 
ber and the 10,000 miles I've put on them 
don't show a bit. 


As to driving techniaue, I have nothing 
to add to the usual warnings which apply to 
all cars. The Porsche handles just as beau- 
tifully on slippery surfaces as on any other 
and my fear is that it will lead me into 
rash, over-confidence. I am always finding 
myself sailing past the rest of the traf- 
fic which has slowed down for slick roads. 

I flick the accelerator to see how much it 
takes to start a slide and then go on, 
warning myself from time to time. 


In our annual dice on ice in a large 
parking lot, on the slipperist of all sur- 
faces - rain on top of a thick layer of ice 
at about 31° - I've gone around faster and 
faster until she went - then it seemed as 
if I'd never stop sliding and nothing had 
any effect on it. Just had to wait until 
air resistance wore it down or it hit a 
snow bank. 


In the way of extra equipment a shovel 
should always be carried in the snow. The 
Porsche makes a dandy toboggan as soon as 
the snow is deep enough. Once you've taken 
a@ run at a deep patch of snow and not quite. 
made it and your beetle is sitting on a 
platform of snow with its wheels just clear 
of the firm surface you'll find that a 
Porsche is harder to take hold of than a 
smooth mattress with no handles. Nothing 
to tie on to or push against unless you 
want to bend something. So - better shovel 
it out. 





Another thing - don't try to use cold 
tools in bare hands at say 10° or lower. 
Since you can't do anything with gloves on, 
the only way is to warm up the tools. A 
cigarette lighter with lots of fluid is 
handy. If you don't think this is rugged 
try it out sometime when you don't have to. 


That's about all. Beware of occasional 
snowdrifts on roads that seem to be clear. 
Below zero the snow drifts like dust in Ne- 
braska and there may be a two foot drift in 
a low spot on a road that is otherwise blown 
clear. 


Hope to hear from some of you when 
you're up here and I will try to make the 
National Convention next year." 


THIEVES 


A number of PCAers report that their 
PCA badges have been stolen no sooner than 
they were mounted on their cars- This is ap- 
parently the work of a particularly contemp- 
tible form of low specie of swamp life that 
inhabits the underside of rotten logs and 
slimy rock. 


PCA badges are available ONLY to PCA 
members thru PCA Executive officerse Any- 
one, not a PCA member, displaying them or 
offering them for sale could acquire them 
only by nefarious means. Please be on the 
lookout for any car..ePorsche, other sports 
car, hot rod or whatnote..that may be dis- 
Playing the PCA badge. If he is not identi- 
fiable as a PCA member chances are he is 
either a thief or a receiver of stolen goodse 
Police usually welcome information on petty 
larcenistse 


We strongly recommend that all PCA mem- 
bers make some PERMANENT mark on the back of 
the badge so that they may readily identify 
their own either by inspection or touche We 
hope to arrange with the badge maker to ser- 
ialize all future badges so there is no ques- 
tion as to ownership. 


If for any reason you drop your member- 
ship in PCA, sell your car, etce, please re- 
tain the PCA badge. The Secretary-Treasurer 
of PCA will re-purchase PCA badges that have 
not been mutilated for the sum of $2.50 for 
recenditioning and resale to PCA members 
whose badges have been stolen. 





BADGE AND LICENSE PLATE MOUNTS 


Reynolds Metals has a "Do it Yourself" 
aluminum rack of different size and shape 
pieces in most hardware stores today. There 
are some 1/8" X 3/" strips that have been 
found very handy and rust-free for any type 
mount on the front bumper. 
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Just One Year CCA! 


eee a brief Report from Bill Sholar 


It was a very surprised bunch of Porsche- 
Pushers who woke up one day after a cripe 
session in Washington, D.C. to discover that 
we had a great big sports car club on our 
hands with money pouring in from all over the 
country. 


But its always so gratifying to have one's 
ideas accepted, especially when accompanied by 
cold cash, that we buckled down forthwith and 
lo.. the Porsche Club of America came into 
being. 


I feel that there could not have been a FCA 
then or now, unless a very definite and urgent 
need for such a group was clearly evident. This 
NEED appears to be no less apparent today since 
new members are still joining at the rate of l 
per day. With a present membership of more than 
380, this represents a collective investment in 
and for Porsche of considerably more than a 
Million Dollars. I mention numbers since it is 
only by a substantial, concerted and responsi- 
ble effort that we can hope to accomplish some 
of our Objectives. 


Porsche Panorama has developed into a "must" 
publication for every Forsche Owner. It pro- 
vides us with much valuable and otherwise un- 
obtainable information...it has made us better 
acquainted..-it is the center of our activities 
and our vital communication line. We're going 
to try to be more consistent with our publish- 
ing dates and Johnny Snyder is expecting that 
you'll ALL want to add your bit to its contents 
in the New Year. 


Possibly the greatest single accomplishment 
of the PCA in 1956 was the establishment on a 
national basis of a firm and formal organization 
with national Officers and Regional Executives. 
While this is only a skeleton organization as 
yet, it is gradually being crystallized and ce- 
mented into a cohesive group. 


Our efforts to establish closer cooperation 
with the factory have met with some success. 
(Everyone who attended the First Forsche Parade 





will attest to that). And we will continue to 
Press for; better Service, more equitable Parts 
Pricing, accurate and more Technical Informa- 
tion and Fublications and better Dealer cooper- 
ation. 


Further recognition of our efforts came in 
the form of a cablegram from Stuttgart request- 
ing a meeting with the Officers of the Porsche 
Club of Americae We met recently in Washing- 
ton, with Walter Schmidt, Porsche Sales and 
Service Director, Wolfgang Raether, Sales Mana- 
ger (both here on a trip from Stuttgart), Erich 
Filius, resident Porsche Representative and Mr. 
Duffy, Sales Manager of Hoffman. While nothing 
startling has come out of this meeting as yet, 
I am sure we can all look for increased cooper- 
ation fron the factory in many ways.- Above all, 
we know that Forsche is keenly aware of their 
responsibilities to owners and is increasingly 
conscious of the importance of the FCA in the 
U.S. picture. 


It would take a long time for me to tell 
how much I enjoyed our First Annual Porsche Fe- 
rade. And most everyone else seems to have had 
a good time too. If it was terrific this year 
you can be certain that it will be “utterly 
Super" in 1957+ We have invited Dr. Ferry Porsche 
Porsche as our Honor guest and the Porsche 
Clubs of Europe to send teams. We hope that 
many will come over and I know that I can count 
on seeing all of YOU there. 


In turn, we have been invited to attend the 
International Porsche Rally in Europe in Octo-~ 
ber. We will try to work out some type of 
group deal whereby a good-sized crowd of FCA 
members can AFFORD to go. Let's ALL gol 


The development of PCA "regions" has gone 
about as anticipated. It seemed to be certain 
that there will always be PCAers in spots 
where there are just not enough Porsches a- 
round to start a formal Region. And too, some 
regions are already so saturated with going 
local sports car clubs that there appears to 
be no room for another (even though its FCA!). 
There are plenty of Porsches in the Potomac 
Region; the Greater New York Region is well 
Organized and booming; Don Wester has started 
a Region in Michigan and they've been meet- 
ing in southern New Jersey. $000000..contact 
your Regional Executive and give him some help. 


Finances, though meagre at first, look good 
---we're solvent. Ken Twigg will close the 
books as of December 31...they will be audited 
by a CPA and a report given in the February 
issue of Panorama. 


To sum up: in one short year, the Porsche 
Club of America has become an internationally 
recognized club of high caliber. It offers the 
Forsche Owner many benefits obtainable from no 
other source - I am proud to be a member and 
honored to be its first president...I'll do 
all I can to keep "Pushing"in 1957...and 
MERRY CHRISTMAS to ALL. 
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(Delcome... NEW MEMBERS 


CALIFORNIA 


Capt. Wn. F. Hurter 
Box 48, Hdq. FEAF 
APO 925 

San Francisco 


CONNECTICUT 


John L. Tailman 
Ponus Ridge Road 
New Canaan 


FLORIDA 


Richard V. Keys 
General Delivery 
St. Augustine 


MARYLAND 


George Duvall 
Presley Road, Box 169 
Lanham 


NEW YORK 


William J. Burg 
333 - 163rd Street 
Flushing 


Hans W. Forster 
Box 53 

Lackawanna Station 
Buffalo 18 


Walter Luftman 
198 BE. Garden Rd. 
Larchmont 


Lawrence J. Riley III 
418 Hudson Avenue 
Albany 3 


Kurt Spira 
15 Beach Road 
Great Neck 


Badass 


NEW YORK 


C. Re Tunisan 
52 E. 79th St. 
New York 21 


NEW. JERSEY 


G. Harry Cusack III 
230 Lenox Ave. 
South Orange 


Mr. and Mrs. 

C. Le Thompson Jr. 
PO Box #1 

Gates Mills 


OHIO 


Mr. and Mrs. 

Ce Le Thanpson Jr. 
PO Box #1 

Gates Mills 


PENNSYLVANIA 


Charles D. Beidler 
105 E. Langhorne Ave. 
% General Delivery 
Langhorne 


Harold R. Whaley 


PO Box 92 
Enola 


VIRGINIA 
David S. Ernest 
Sigma Nu House 
Lexington 

VERMONT 
Jerome A. Johnson 


Easy Street 
Denby 


alors | 


As of now, all PCA members whose names 
have been published in Panorama BEFORE this 
issue should have received their PCA Badges. 
If you have not, please let us know at once. 


With the next shipment of Badges from 
Germany..-due this month... ALL members will 
be sporting the PCA emblem. Thereafter, a 
sufficient supply will be kept in stock so 
that new members will not have to wait. 





STARTER BUTTONS 


One member reports that he burned out three 
starters before it was discovered that the start- 
er button was a little short and too loose in 
the dash mount. The button would get stuck in 
the in position and keep the starter circuit 
energized until the wire burned out. The un- 
fortunate member suggests that if your starter 
button meets the characteristics of having a 


AIRING THE SPEEDSTER 


Mr. C. F. McIntosh, Arlington, Vt., has 
come up with another solution to the Speedster 
ventilation problem. He found some SNAP-VENTS 
that are used in aircraft and put them in the 
curtains. The SNAP-VENT is available at most 
large airports or they can be ordered from Van 
Dusen Aircraft Co., Logan Airport, Boston, Mass. 
Mac says they will work on the Glasspar cur- 
tains, too. 


Lote GAMR Flash! 


Four dog-tired, beat-up PCAers fought 
their way thru 20-inch snows in New England 
for four days and some nights to finish the 
Fourth Great American Mountain Rallye in 
very creditable style. 


Don Kinney-Md., ably navigated by Har= 
vey David (a Morris Garage jockey), drove a 
'S3-1300N coupe to 10th Overall and a FIRST 
IN CLASS for sports cars under 1600 cc in 
America's toughest rallye! That, my good 
friends, is something to brag about in any 
man's language! 


Bing Ford-N.Y...ewho was running in 3rd 
Place Overall at the end of the first day en- 
countered a multitude of troubles but still 
finished his second (or was it your third, 
Bing?) GAMR about 5th or 6th in Class and 
in the low 20s Overall, as near as we have 
been able to determine. 


Ken Twigg-Va. and Frank Beckett-Va., 
after some light and fancy spinning on icy 
roads, ended up clobbering themselves a- 
gainst a Volvo with sad results to Ken's 
fenders and side panelling. After some 
rudimentary bodywork..emostly Ken's hands 
and brawn..ethey got moving again and end- 
ed up 25th Overall and about 9th or 10th 
in Class. (Official results won't be out 
for a couple of months.) 


These four hearty characters put the 
Porsche Club of America into the limelight 
by giving the Club a Third Place in the Club 
Team competition. Our hats are off to them 
eeeand if you ever see a Porsche owner with 
a GAMR pin in his lapel, bow low three times 
and say "Smuggler's Notch" in an awed tone 
of voice. He deserves it! 
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DECAMBERING THE REAR WHEELS 


Gene Rideout, Bellingham, Wash-, reports 
that after driving his Porsche about 20,000 
miles, mostly with just himself in the car, it 
developed a port list; we don't know his weight, 
but unusual angles have developed on other cars 
at about the same mileagee Gene got out his 
shop manual and raised the left rear of his car 
one degree and lowered the right rear one de- 
gree, and reports things are back on an even 
keel. 


The operation on the rear torsion bars can 
be done by almost anyone who can turn a wrench 
provided some guidance is available. John Sny- 
der, Potomac Region, conducted some adjustment 
on his rear torsion bars and wrote up the de- 
tails and explained a few technical points as 
he went along. Our only preface to John's art- 
icle is that you should not play around with 
the torsion bars just because you have nothing 
else to do on a Sunday afternoon. We suggest 
that if you know there is a list, a droop snoot, 
or you want the rear end to hold in competition, 
then go ahead and do the jobe Well equipped 
VW and Porsche shops have a plumb bob (VW tool 
245A), that will accurately measure the angle 
on the rear radius arms. The radius arm 
(which is attached to the end of the rear tor- 
sion bar) when hanging free, should have an 
angle of from 63° to 7° down from the horizontal. 


Many Porsche owners have experienced the 
tendency of their car to oversteer, that is, to 
follow a path of progressively decreasing rad- 
ius in any one given turning position of the 
steering wheel, requiring the driver to "open 
up" on the steering wheel in order to steer 
around a curve of constant radius. Many have 
also experienced the tendency of the car to 
"wander" at higher speeds, particularly under 
the influence of a crosswind. These conditions 
may in large part, and in many case, be com 
pletely overcome by decambering the rear wheels. 


The degree of camber of the rear wheels is 
that degree to which the rear wheels are tilted 
outwardly so that their upper portions are dis- 
placed outwardly of the road contacting portions. 
When the rear wheels are perfectly vertical, they 
are said to have zero camber. Because of the 
manner in which the rear wheels of the Porsche 
are independently suspended, lowering of the 
rear end of the car with respect to the rear 
wheels produces negative camber. Although 
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the suspension geometry of the car may be 
perfectly proper when new, the front torsion 
bars apparently have a greater tendency to be 
permanently deformed than do the rear torsion 
bars so that after prolonged use, the front 
end of the car may be lower to the ground than 
it originally was, whereas the rear end may be 
at substantially its original height, causing 
the car to have a nosed down appearance. It 
is in such cases that the above-mentioned over- 
steering tendency and lack of directional sta- 
bility are most noticeable. If you have the 
loot, go out and buy a new pair of front tor- 
sion springs. If not, read the rest of this 
article, although a slight decambering of the 
rear wheels even in a new car may be quite 
rewarding. 


The effect of decambering on the over- 
steering tendency is rather technical and need 
not concern us here, suffice it to say that de- 
cambering the rear wheels of a Porsche, whether 
the car be new or used, has a pronounced ef- 
fect on the oversteering tendency and will de- 
crease it in all cases, causing the car to have 
more or less a neutral steering tendency. The 
incidental effect of decambering which causes 
the car to have greater directional stability 
is easily understandable when it is realized 
that decambering the rear wheels lowers the rear 
end of the car and that lowering the rear end 
of the car will tend to create a greater de- 
gree of caster of the front wheels, caster in 
this case being the amount that the kingpins 
are tilted toward the rear of the car at their 
upper ends. The greater the degree of caster, 
the greater tendency for the front wheels to 
remain in or return to the straight-ahead po- 
sition, hence greater directional stability. 
Another factor contributing to directional sta- 
bility is the proper amount of toe in of the 
front wheels, which is, of course, a require- 
ment under any circumstances. 


The writer's automobile, a 1953 coupe, po- 
ssessed a great tendency to oversteer, a pro- 
nounced degree of directional instability, and 
also a tendency to shimmy. All of .these faults 
were corrected by decambering the rear wheels. 
The fact that the shimmying disappeared shows 
that there was too little front wheel caster 
before decambering the rear wheels, since the 
front end in all other respects was in good 
shape. 


Decambering the rear wheels is a rather 
simple job, although perhaps an hour to an hour 
and a half should be allowed. The first step 
is to jack up the car and remove one of the 
rear wheels. Then remove the three sets of 
nuts and bolts which connect the bifurcated 
rear end of the trailing arm to the axle hous- 
ing, two of the nuts and bolts also serving 
to attach the shock absorber lower bracket to 
the axle housing. In the writer's car, these 
nuts and bolts fitted a 19 mm. wrench, al- 
though a 3/k" socket was also used to good ad- 





vantage. The trailing arm is a length of metal 
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about 5" wide and about 1/8" or 3/16" thick, 
and which extends forwardly of the rear axle 
housing for pivotal connection to the frame. 
With these three nuts and bolts removed, pull 
the rear axle housing rearwardly so as to leave 
the rear end of the trailing arm free. To do 
this, it may be necessary to loosen the clamp 
on the axle housing which serves as an anchor 
for the flexible brake hose and to move this 
clamp slightly outwardly to prevent it from 
striking the heat exchanger for the heater and 
permit the rear axle housing to be moved back 
a sufficient distance to clear the forked rear 
end of the trailing arm. 


With the trailing arm thus freed, it will 
probably be in such a position that its lower 
edge is engaged against the stop on the frame 
just rearwardly of the point at which the trail- 
ing arm is connected to tis rear torsion bare 
It should be noted at this point that the op- 
timum position of the trailing arm will probab- 
ly be such that when free, its lower edge will 
either just clear the stop or be spaced no more 
than 1/8" above it. Much more spacing than this 
will probably make it very difficult to remove 
and replace the rear wheel since there will be 
insufficient clearance between the brake drum 
and fender. The next step is to remove the 
four bolts which secure the dust cover cap 
for the torsion bar to the frame, either a 
17 mm wrench or a 21/32" wrench will do. The 
dust cap will probably have to be pried off 
with a screwdriver, since it carries on its 
inner side a resilient bushing which embraces 
the outer end of a boss which extends trans- 
versely through and is rigidly secured to the 
forward end of the trailing arm, the fit be- 
ing rather snuge The boss is hollow and in- 
ternally splined and receives the splined out- 
er end of the torsion bar. The next step is 
to pry the trailing arm outwardly so that it 
pulls off from the outer end of the torsion 
bar. However, it will probably be best before 
doing this to mark a vertical line on the out- 
er face of the torsion bar (nail polish will 
do) so that the original position of the tor- 
sion bar can be determined. 


There are )) splines on the outer end of 
the torsion bar and its inner end is provided 
with O splines. Since rotating the freed trail- 
ing arm even one spline with respect to the tor- 
sion bar so the rear end of the arm is moved 
upwardly from its original position and then re- 
engaging the arm with the torsion bar will ef- 
fect a considerable degree of lowering of the 
rear end of the car on that side, it will prob- 
ably be necessary to manipulate both the inner 
end of the torsion bar and the outer end to 
achieve the desired result. This is rather 
easily accomplished since there are fewer 
splines on the inner end of the bar than there 
are on the outer end, and the best manner of 
proceeding is to disengage the inner end of the 
bar and rotate it one spline in the direction 





which would cause raising of the rear end of 


the arm were it attached to the torsion bar and 
to then rotate and re-engage the arm one spline 
from its original position on the bar in a di- 
rection which would lower its rear end from its 
original position, the net effect of these two 
steps being to just very slightly raise the rear 
end of the arm when the parts are all reassembl- 
ede In other words, on the left rear wheel, the 
torsion bar is rotated one spline in a counter= 
clockwise direction, while the arm is rotated 
one spline in a clockwise direction, and vice 
versa for the other side of the car. These two 
steps should be repeated until the lower edge 

of the trailing arm just clears or is no more 
than 1/8" from the stop. Incidentally, when re- 
moving the inner end of the torsion bar from 

its socket, it is best to first remove the rub- 
ber bushing which is slipped into the frame and 
embraces the inner end of the trailing arm boss 
when the parts are assembled. This makes it 
easier to grab the torsion bar and exert the 
necessary pulling force to remove it from its 
splined sockete 


Insofar as the torsion bar is concerned, 
particular care should be taken not to mar or 
scratch it and although the splines are not 
lubricated, there should be a coating of grease 
throughout the intermediate length of the bar 
to protect it from rust. 


Needless to say, the trailing arm on both 
sides of the car should be so positioned that 
both wheels are identically cambered. It should 
be remembered that even a very slight overall 
adjustment of the trailing arms will result in 
very rewarding and noticeable results, so mod=- 
eration should be the keynote. With the parts 
reassembled, hop in the car and head for the 
nearest dirt road, and if you can't take that 
curve faster and with less rear end sliding, 
let me know. 


ENGINE DEFROSTER 


The factory has recognized the need for 
a method of preventing the carburetors from 
freezing in cold, humid weather. The 1600's 
have the thermostat controlled heaters in the 
rear of the engine compartment. For those of 
us who haven't got the 1600 and do have the 
freezing problem we have a few aids. 


Karl Grassow reasons that if you can re- 
move the moisture there will be no freezing, 
so he slipped a Nylon or silk ladies stock- 
ing over the air intake filter. This doesn't 
help the air-fuel mixture, but if you take 
the stocking off as soon as the engine is 
warm it will do in a pinch. Don Wester-Mich. 
suggests removing the rubber dust caps from 
one of the ignition wire caps on each side. 
This will let heat come up from the heads to 
the engine compartment. This will not be a 
good solution if you plan to do your driving 
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on dusty roads, because this will permit the 
dust to freely enter the air filters. The 
very best solution short of a new car is a 
modification made in the factory on Don Wes=- 
ter's care 


Here is Don's description of the job: 
Install heater tubes directly into the car- 
buretor air cleaners. These heater tubes 
can be installed by first cutting one half 
inch diameter holes in the top of each junc- 
tion box (heater with the exhaust pipe). 

A tube measuring one and one-half inches 
long by one-half inch inside diameter is 
then welded vertically over this hole. Then 
holes are cut in the air cleaners at the 
front of the bottom plate to accommodate an- 
other half inch inside diameter tube. This 
tube enters the air cleaner at a 5° angle 
and as it nears the top of the cleaner, it 
is bent downward toward the center of the 
venturi. The tube should extend one and 

one half inches out the bottom of the clean- 
er for a hO PBIC, a little less for a 32 PBI, 
and then welded at the bottom plate of the 
cleaner. A flexible coil tube, electric 
conduit type, can now be cut to connect be- 
tween the junction box and the air cleaner. 
This flexible tube should have a tight fit 
over the short tubes at the connections. 

The flexible tube must pass through the en- 
gine front cover plate, therefore holes must 
be cut here and rubber grommets used to si- 
lent any rattles. It is suggested that for 
easy installation the engine be removed from 
the care 


CLASSIFIED AD 


WANTED: Porsche Coupe or Convertible. 
State Condition and Price. Write: Drexel A. 
Scott, 524 Youngstown-Pittsburgh Rd., Poland, 
Ohio . 





CARBURETOR ICING 


(This article, which will appear in Pano- 
rama in two parts, is being reproduced thru 
the courtesy of the Ethyl Corp. at 100 Park 
Ave., NeY.C. It will be of special interest 
to PCAers with '55 or earlier model Porsches) 


Engine stalling has always been a source 
of irritation to the motorist, no matter what 
the causee This is particularly true in these 
days of automatic transmissions, in which the 
driver must shift into neutral, restart the 
engine, and then shift back into gear. 


Some other modern trends in the automo- 
tive industry have served to compound the 
stalling problem, especially during warm-up. 
These include elimination of the hand throttle 
and almost-industry-wide acoption of the auto- 
matic choke. Both reduce the driver's con- 
trol over engine stalling. 


Therefore, increased attention is now be- 
ing given to carburetor icing, a cause of stall- 
ing on cool, moist days before the engine has 
warmed up completely. While this phenomenon 
can only occur during certain weather condi- 
tions, these are encountered often enough in 
many sections of the country to justify a dis- 
cussion of the problem and means for its mini- 
mization. 


What is Carburetor Icing? 





The carburetor is a device employed to 
mix fuel with air in the proportions required 
by the engine for operation at various speeds 
and loadse It must also initiate evaporation 
of the fuel, since the engine must be supplied 
with a ready-to-burn mixture; that is, one con- 
taining combustible vapors. The carburetor 
performs this dual function by discharging li- 
quid fuel into the air stream in the form of 
an atomized spray, which evaporates readily. 


The heat required to evaporate the gaso- 
line--over 850 Btu per gallon--is drawn from 
the entering air, thereby lowering its temper- 





FIGURE 1 
ICE FORMATION WITHIN THE PRIMARY BARRELS 
OF A FOUR-BARREL CARBURETOR 
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ature. The cooler air chills the interior of 
the carburetor, and may cause the moisture in 
the air to condense into droplets. 


Under certain conditions of atmospheric 
temperature and humidity, the liberated moist- 
ure actually collects and freezes on the chill- 
ed carburetor surfaces, especially on the throt- 
tle blade and surrounding throttle body. 

When the throttle is almost completely 
closed for idling, this ice tends to bridge 
the small gap between the throttle blade 
and the throttle body, thereby cutting off 
the air supply and causing the engine to 
stall. Opening the throttle for restart- 
ing breaks the ice bridge, but does not 
eliminate the possibility of further stall- 
ing until the engine (and thus the carbure- 
tor) has warmed upe 


Figure 1 shows ice formation within the 
primary barrels of a modern four-barrel car=- 
buretor. 


Effect of Weather 





For carburetor icing to occur, the out- 
side air must be cool enough so that the re- 
frigerating effect of fuel evaporation in the 
carburetor will lower the temperatures of the 
throttle blade and body below both the dew 
point of moist air and the freezing point of 
water. The air must also contain sufficient 
moisture for appreciable condensation of water 
to occur when it is chilled in the carburetor. 


The ability of air to contain water vapor 
decreases as its temperature is lowered. For 
example, air at 70% relative humidity ™ and 
50° F contains more than twice as much water 
vapor as doea air at 30° F and the same rel- 
ative humidity. As a result, critical amounts 
of ice normally do not form at low air tem 
peratures, since insufficient moisture is pres- 
ent in the air, even at 100% relative humidity. 
However, abnormal weather conditions, such as 
ice fogs, can result in carburetor icing even 
at low temperatures. 


In order to determine the weather condi- 
tions during which carburetor icing is likely 
to occur, tests have been conducted in one of 
the "all-weather" rooms at Ethyl Corporation 
Research Laboratories. Since the vaporization 
behavior of a fuel--its volatility--affects 
the amount of refrigeration imparted to the 
air passing through the carburetor, two dif- 
ferent fuels were used in these tests. One 
represented commercial gasolines of average 
winter (higher than summer) volatility--a 10% 
ASTM distillation point of 121° F and a 50% 
point of 219° F. The other represented com 
mercially availabie gasolines that are some- 
what more volatile--a 10% point of 118° F and 
a 50% point of 194° F. 


With the more volatile fuel, the critical 
atmospheric conditions for carburetor icing 





were found to range from 30 to 50° F at rela- 
tive humidities in excess of 65%. For the gas- 
oline of average volatility, the critical range 
was smaller--about 35 to 45° F at relative hu- 
midities above 75%. For both fuels, the condi- 
tions most conducive to carburetor icing were 
40° F and 100% relative humidity. 


Analysis of data compiled by the U. S. 
Weather Bureau on local temperature and humid- 
ity conditions indicates a wide variation in 
the possibility for carburetor icing in dif- 
ferent areas of the country. For example, 
Miami and San Diego rarely have weather which 
would favor icing even with highly volatile 
fuels. In Seattle, on the other hand, more 
than half of all the hours during February 
and December, 1954, were in the critical range 
for the fuel of average winter volatility, and 
more than 80% of the hours during those months 
were critical for the fuel of higher volatility. 


In Boston and Detroit, the months of Feb- 
ruary, November, and December could be classed 
as critical during 195. Conditions conducive 
to icing with a highly volatile fuel occurred 
from 36 to 66% of the time during those three 
monthse 


The critical months in a given area will 
vary from year to year, of course. In gen- 
eral, however, weather which favors carbure- 
tor icing may occur from late fall to mid-spring. 


* One method of expressing the moisture of air 


is "relative humidity," the ratio of the amount 
of moisture present in the air to the greatest 
quantity it can hold at a specific temperature. 
Thus, a "70% relative humidity" at, say, 50° F 
means that the air contains 70% of the water 
vapor that it can retain as a maximum at this 
temperaturee 


SHOP MANUALS 


Hoffman still has some shop manuals for 
the two-piece crankcase engines ('5) and ear- 
lier models) which are complete except for the 
last two or three chapters. They sell for 
$7.50 plus $1.00 postage and you will get the 
other chapters when they have been translated 
from German to English. 


The manual for the 1600's is now being 
translated. We suggest you write and ask 
Hoffman to let you know when the one for the 
1600 will be ready. 


Parts manuals are also available and in- 
valuable when ordering parts, especially if 
you want rapid service. We suggest that you 
owners convince your dealers that they must 
have these two items. The PCA makes nothing 
on the sale of these books, but we are con=- 
vinced that if your dealer can't do anything 
else for you, he should be able to order the 
correct parts. The addre’’s for parts and 
manuals is Hoffman Service Stations, 05 
East 76th St., New York, N. Y. 








OIL COOLER LEAK 


It is not uncommon for a leak to devel- 
op in the oil cooler. The leak is usually 
caused by cracked or loose seals. Only oc- 
casionally is the leak caused by broken cool- 
ers themselvese This type of leak is first 
detected by noticing an oil pool under the 
engine on the left side or finding oil on 
the left deck of the engine compartment. 


In a properly equipped shop the repair 
of the cooler is done by removing the engine 
then the fan housing, and finally the cooler. 
In backyards and home garages, it is possible 
to do the job without removing the engine. 
Several members have done it this way, and 
Phil Brodrick-Va., who furnished this report, 
has also done it. 


Sometimes a leak in the oil filter piping 
will cause oil to run over the crankcase and 
fan housing in much the same manner as an oil 
cooler leak. So, first wipe the area clean 
around distributor, oil filter lines, pressure 
switch, fuel pump, and top of crankcase under 
throttle linkage. Start engine and see where 
your leak is. If oil oozes (or flows) from 
between the fan housing and crankcase in front 
of (toward the front of the car) the distri- 
butor--you've got oil cooler trouble. If you 
have or can borrow one special tool--VW 109 or 
Hazet #509 (this wrench, 10mm, has a bend in 
it so that you can get under the cooler)--you 
can fix this one yourself without removing the 
engine. The sequence for removing parts is 
as follows: 





(a) engine compartment door at the hinges. 
(b) air cleaners. 
(c) fan belt. 


(4) 3 wires on generator (remember which is 
which, or tag them). 


(e) generator hold down strap. 
(f) 1 wire on oil pressure switch. 


(g) 2 wires to coil (and pull out coil to dis- 
tributor wire). 


(h) coil. 


(shut off fuel--turn switch in driver's com 
partment to Z U). 


(i) 
(Jj) 


fuel line at pump and the one between carbs. 


distributor (leave distributor cap and 
spark plug wires on fan housing). 


(k) 
(1) 
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oil filter lines at crankcase connections. 


oil filter. 





(m) choke cable (push cable frontward through 
shroud--watch that grommets are not lost). 


(n) 
(o) 


throttle return spring. 


throttle cross shaft which connects carbs 
together. : 





in front of housing, pop off the throttle } 
rod connection. 


(p) 


in rear of housing, measure how far the 
throttle connecting rod (which passes ) 
through housing) protrudes through hex 

locking nut--remove this rod (again, 

watch grommets). 


(q) 


6 bolts on fan housing (2 front, 2 rear, 
one each side). 


(r) 


now the fan housi (with generator and 
fan still attached) will lift off the en- 
gine and can be removed from the engine 
compartmente 


(s) 





remove shrouding from top of left cylin- | 
der bank. 


(t) 


You can now see that the oil cooler is a 
VW part and may have either an internal leak 
(defective tubes) or may have faulty seals 
(5¢ each). These seals (2), which connect 
inlet and outlet oil passages between engine 
and cooler, may be crushed, deformed, rotted 
or cracked. You should have your cooler hy- 
drostatically tested (85 PSI) by a Porsche 
dealer, VW dealer, or a well equipped machine 
shop. If the cooler is leaking it should be 
replaced. 


To remove the cooler, use the special 
wrench to loosen the three nuts, two on bot- 
tom, which fasten the cooler to crankcasee 
In the Washington, D. C. area, a new cooler 
assembly is $12.50 with exchange. Replace 
cooler and seals and reinstall parts in the 
reverse order. Re-time engine (see PANO- 
RAMA Vol 1, Number 3), reset carbs (see PANO- 
RAMA Vol 1, Number 5). When replacing the 
throttle connecting rod, step (q) above, be 
sure the rod protrudes the same amount or you 
may find the engine taking off at 000 RPM 
when you start it. 


Before starting your engine you should in- 
spect the oil pressure regulating piston and 
spring. If the piston should stick it could | 
cause the oil pressure to build up to a point 
where the oil cooler or the seals would break 
downe The piston and spring are accessible 
by removing a slotted plug in the rear part 
on the bottom of the engine. A large screw- 
driver or a screwdriver attachment on a socket 
set will remove the plug. The spring should 
fall out first and then the small piston. If 
the piston does not fall out, it is probably 
the cause of your cooler trouble. The spring 
tension can be tested. With no compression 


| el ee ee i ee, 


—- 





the spring should be 2 3/6 = 2 3/32 inches 
long, with 6 lbs. 13 ozs. compression it should 
be 1 3/16 inches long. If the piston is stuck 
you had better get a W or Porsche trained me- 
chanic to fish it out and/or smooth up the 
cylinder. If the spring is damaged you can 

get a replacement frdm VW or Porsche. 


Before driving your car around, idle the 
engine for a few minutes while you check for 
loose connectionse 


Rally Reliahdity 


REPORT ON THE HALDA SPEED PILOT 
By - Wm. Arnold Ladd, Convent, N.d. 


I had just sold the last of my ol! T.Ce 
parts for a goodly sum when I noticed the ad 
some of you may have seen in the latest Sport 
Car magazines for the Halda Speed Pilot Rally 
Calculator. There,I thought, is something to 
spend some of my "loot" on. little did I real- 
ize then how much it would be ‘til the inter- 
esting details of same arrived via the mails. 
$125.00 was the tab. However, thru the good 
efforts of a friendly Sport Car dealer, I was 
able to acquire the little item at somewhat of 
a discount, inasmuch as the dealer was also in- 
terested in the potentials of the instrument. 


The instrument is a very business-like 
looking affair measuring some four by six inches 
by three inches deep. It comes with a holder 
that can be attached by two screws to the bot- 
tom lip of the dash panel in a very secure man- 
ners It can also be removed from the holder in 
about thirty seconds for safe-keeping. Leav- 
ing the uninitiated wondering what the heee 
that thing is hanging down from the dash? 
Basically, the instrument consists of two dials. 
On the left dial there are miles per hour mark- 
ings with a hand that is used to set the desired 
speed you wish to averagee The other dial is a 
clock with a third hand called a pilot hand. 

As you start on your rally or trip, all you do 
is set the pilot hand so that it coincides with 
the clock minute hand. As long as you maintain 
the average speed selected, the two hands re=- 
main together; however, if you fall behind or 
get ahead, the hands separate as many minutes 
ahead or behind as you may bee The instrument 
is all mechanical, that is to say, the clock 

is wound by hand and is very accurate. I have 
been checking it for a week now against W.W.V. 
Time Station and it is still within 10 to 15 
seconds of the correct time. The speed dial 

is driven off the speedometer cable, thru a 
very neat T gear box. I found that for instal- 
lation on my Porsche it was required to use an 
extra cable extension of four inches inasmuch 
as the T-gear box would not fit directly on the 
back of the speedometer because of the close=- 
ness of the windshield wiper motor. This does 
not seem to be an unusual occurrence, and the 
extensions are readily available. 1 also found 
I needed a longer cable (18") than the original 





one which was twelve inches, to go from the 
T-gear box to the back of the instrument. At 
first I tried mounting the instrument directly 
in the middle of the dash hanging down from 
the lower edge, but I found that it interfered 
with the shifting and also with my braking, which 
is so important at times. Finally I ended up 
mounting it on the lower edge of the dash di- 
rectly under the ash tray where the dash makes 
a little jog up.- This is also under the map 
light that pulls out, which helps to read the 
dials at night. While there is a light in- 
cluded in the interior of the instrument, it 
is not too bright, and for close observation 
at night, additional light is to be desired. 
This location looks like it was made for the 
Speed Pilot, and does not seem to interfere 
with the passenger's legs or comfort. In this 
position it is easily viewed by the driver and 
Passenger. 


So much for the instrument construction 
and installation. Let's go try it out. Down 
to the Garden State Parkway where there are 
mileage markers every mile. Wheee! What hap- 
pened? We are lasing a tenth every mile. So 
we pull over to read the adjusting instruc- 
tions. Seems the instrument is set up on the 
basis of the speedometer cable turning 900 
turns to the mile, and if your speedometer 
does different, some adjustment is necessary. 
So after some fancy calculations (incident- 
ally, they give you all sort of formulas for 
figuring this adjustment out) we take to the 
screw driver and give the adjusting screw our 
calculated number of turns (7). Boy, oh boy! 
We hit it right on the nosel We even went 
down to Rt. #1 where there is a measured mile 
and checked out 0.K. there also. So we went 
home happy Next morning I came out to go to 
work and what do I see or observe? One of the 
little o1' Porsche tires kind of soft, slow 
leak like, you know? You guessed it. The 
left front where the speedometer drive is. I 
quick like put the tire gauge on it, fifteen 
pounds just a bit under the recommended. So 
that evening back to the Parkway with the tire 
well blown to all of its twenty pounds. This 
time about half a tenth off per mile, but this 
was soon adjusted and all was fine again. 


Came the week-end and off we go to the 
Northern N.J. Region S.C.C.A. twelve hour ral- 
ly. At the first mileage check point 16.3 
miles we were 16.14 miles. Not much you might 
say but one per cent. And of course we had 
forgotten to bring along a small enough screw 
driver to make any adjustment along the way. 
We decided to go all the way with the instru- 
ment and not argue with it even though at times 
you could swear it must be wrong, that you are 
too fast, but there is that little speed hand 
behind the minute hand, which means "catch up." 
As the rally continued we seemed to be doing 
all right. There were two check points where 
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we were a little late. One C.P. was preceded 
by some three miles of thick fog that brought 
our average down and we knew it, but just did 
n't have time to do much about it. The other 
was coming into a town right on the beam only 
to hit three red lights in a row. There we 
were two minutes late. At four other points 
we were one minute or less late, and at two 

we were 0.K. The scoring was arranged so that 
any part of a minute counted as a whole min- 
ute. As it ended up, we had sixty points and 
came in anywhere from fourteenth to nineteenth 
as there were five other cars with 60 points. 
There were two other cars with calculators of 
the mechanical variety, where one matches your 
odometer to a variable speed counter. The 
best of these two cars was sixth, but I be- 
lieve they did win the team award. The rally 
was won by a VW, with the contestants us- 

ing the Argue Not Tables. At least we 

can say it was in the family. 


Since the rally, I have further adjust- 
ed the Speed Pilot over a rally course that 
starts very close to where I live, so that 
now it is almost 100%. The company advertises 
98.75%; anyway, over the 16.3 course I now come 
up with 16.3 and about two tenths of a tenth. 
This course was laid out with a Stewart Warner 
Survey Speedometer with the odometer down to 
hundredths, so I think I am about as close as 
practical. In the adjustment of one of these 
instruments, I would recommend at least a ten 
mile check as the one mile interval does not 
seem enough for real accuracy. 


As I see these mechanical computors, they 
are no guarantee of success, say in a rally, 
but they sure do help. It gives the navigator 
a great deal more free time to check the course 
and not get LOST, and possibly a slide rule 
check every half hour or so would help the 
situation. The calculator is very sensitive 
to tire pressure and also tire wear. Iwuckily 
with the Porsche the speedometer driving wheel 
being where it is gives for a more accurate 
reading with practically no wheel slippage. 


I am looking forward to our next rally 
to give the Speed Pilot another try. I think 
it takes a bit of getting used to and adjust- 
ment, but then LOOK OUT. cee 


CHRISTMAS GIFTS 


We can think of no better way to make a 
Porsche pusher happier than by putting « paid- 
up POA membership in hie sock at Christmas. 
(New members $15.00...Renewals $10.00) 





HOW TO WIN AN ECONOMY RUN 


(The following article is reproduced from the 
Metropolitan N. Y. Region's "Porsche Post" for 
the benefit of PCAers everywhere on how to pre- 
pare their Porsches for top mileage on an econ- 
omy run...and win.) 


"Out club member George Spagna has achiev- 
ed quite a bit of notoriety and acclaim for his 
feats of winning the Republic Economy Run three 
consecutive years, registering 75, 92, and 125 
actual miles per gallon in that order. He has 
received two trophies from the factory, sev- 
eral letters of congratulations from Ferry Por- 
sche and also praise from Baron Von Hanstein 
the factory director of competitive events. 
After hearing rumors circulating around of var- 
ious secrets that George has, I felt I should 
query him and get his story. 


"How he sets up the car. His car a 1500 
'55 super coupe is first given a normal tune 
up, without leaning the mixture. He discon- 
nects the accelerator pumps on the carburetors, 
changes the main jets from .085 to .075 and 
that's all for carburetor and ignition. He 
frees the brakes from binding giving him a bit 
lower brake pedal and removes his bumpers. This 
is the extent of his preparation. One of his 
tricks is to carefully rework the carburetor 
venturies by removing the burrs, sharp edges, 
and blend all radii by polishing in a lathe. 
This rework permits better "breathing", free 
of turbulence in the fuel air mixture system. 





"His method of driving. He starts off, 
changes gears (1-2-3) at 3500 rpm, shuts off 
the ignition at 60 mph and glides till the car 
slows to-about 20 mph. He then restarts the 
car with the clutch, and once again commences 
the cycle. George attributes his latest as- 
tounding improvement of 125 mpg over last year's 
92 mpg to his new super coupee It is his con- 
sidered opinion that the super has less fric- 
tion, higher compression, better breathing, 
thus lending to a more efficient and economi- 
cal engine than the normal, if driven and main- 
tained properly. George has stated that he 
is retiring from the event this year. The 
Republic Economy run will be run sometime in 
the summer. Why don't you enter? Your Por- 
sche will have an edge over a good many other 
entries." 





POTOMAC REGION ELECTS OFFICERS 


The new officers of the Potomac Region PCA 
were elected at the December meeting. 


Piloting the club for 1957 will be: 
Col. Harvey N. Brown, President 


Don Kinney, Vice-President 
Thomas Lusk, Secretary, Treasurer 








